
 22    Approach      23January-February 2008

crew chief to give a quick walkaround. The crewman 
then completed the aircraft walkaround. He said we had 
scraped the belly of the aircraft, and our dump tube had 
broken off, but no other problems were noted. I looked 
up the hill and saw the locals, excited about receiving 
their supplies, coming to help unload the cargo. 

I ordered the crewman to empty the aircraft of all 
supplies, hoping to lighten the load, so we could depart 

before we were overrun. The next sight I had of the 
four-to-five-foot terrace and rotor-blade separation was 
a local doing the “duck walk” under the rotor blade 
to gather supplies we had dropped. The crew chief 
managed to get him safely out of the rotor arc, and we 
accepted the downwind departure. 

After departing the LZ, we closely monitored our 
engine indications to be sure we had no other mal-
functions. We noticed no other aircraft problems. Our 
playmates, hearing our wires radio call, were circling 
overhead. We reported the situation and stated our 
intentions to return to the closest controlled LZ for 
a better walkaround. We split up the formation and 
continued single ship to Muzahfarabad. After landing, 
we left the rotors turning, and the crewman exited the 
aircraft for the walkaround. I left the copilot on the 
controls and took a look at the aircraft. Our dump tube 
had been broken, the tail lock pin had been sheared, 
and the belly of the aircraft was covered in mud. 

The flight into the controlled LZ was fine; all 
instruments indicated normal, so I opted to rejoin the 
flight and return to Chaklala. Because of the moun-
tains, our first radio communications with base did not 
occur until we were about 10 miles out. 

Again, the flight back was uneventful, and we chose to 
shut down for gas. During the shutdown, we heard a loud 
whistle seeming to come from above our heads. As we con-
tinued to shut down, I noticed a hole the size of my fist in 
the main rotor blade. At that moment, I experienced the 
second worse feeling I ever had felt. Noting the condition 
of the aircraft, we began arranging other means of trans-
portation with our playmates back to Qasim. 

As I increased the collective, I saw the ridge line 
            was no longer out the right side 
       but now was directly in front of me.

Looking back, and having discussed the incident 
with Army helo pilots who are experienced flying at 
high altitude, I believe I entered a tail-rotor, vortex-
ring state, which was aggravated by the standard Navy 
waveoff. I identified it as tail-rotor, vortex-ring state 
because of the unpredictable and uncommanded yaw 
rates, which I could not control by full pedal inputs. 
Full left pedal demanded max power to the tail rotor, 
therefore taking power needed for the main rotor and 
resulting in NR droop. The situation was only worsened 
by having a waveoff route that was to the left, over an 
LZ that did not permit landing. Subsequent flights in 
the area were completed with a max of 2,400 pounds of 
fuel to reduce gross weight, and we maintained forward 
airspeed during all drops in which we did not land.

Many lessons were learned from this experience. 
Power available and power requirements may not indi-
cate the ability to enter an LZ. The Army high-altitude 
instructors explained the region I had entered was a 
“mountain shadow,” where the valley winds are lost, and 
the downdrafts over the mountain are a factor. Through 
the Grace of God and solid CRM, we kept this near-
mishap a hazrep.   
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